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Abstract: The development of Li-ion batteries has enabled the re-entry of electric vehicles into the
market. As car manufacturers strive to reach higher practical specific energies (550 Wh/kg) than
what is achievable for Li-ion batteries, new alternatives for battery chemistry are being considered.
Li-Sulfur batteries are of interest due to their ability to achieve the desired practical specific energy.
The research presented in this paper focuses on the development of the Li-Sulfur technology for use
in electric vehicles. The paper presents the methodology and results for endurance tests conducted
on in-house manufactured Li-S cells under various accelerated ageing conditions. The Li-S cells were
found to reach 80% state of health after 300–500 cycles. The results of these tests were used as the
basis for discussing the second life options for Li-S batteries, as well as environmental Life Cycle
Assessment results of a 50 kWh Li-S battery.
Keywords: energy storage ageing and degradation; life cycle assessment; second-life energy storage
applications; Li-Sulfur batteries
1. Introduction
The history of the electric vehicle (EV) is full of back and forth. It was born in the 19th century
before the first internal combustion engine vehicle (ICEV), but was soon abandoned. It resurged in
the 1890s by the hand of General Motors but was also soon abandoned. It was not until the arrival
of lithium ion batteries, with their clearly higher performance in comparison to other energy storage
systems, that the EV again entered the market in 2010. This time, though, apart from technical and
economic issues, the development and implementation of country and region-specific environmental
policies and directives was crucial for market penetration [1].
With the market share of electric vehicles (EVs) increasing and EV adoption being widely
debated [2], research related to EV energy consumption, environmental impact and economic impact
has increased on a yearly basis [3]. As part of this, and due to the increasing interest of adopting Circular
Economy principles, Life Cycle Assessment studies have been conducted to quantify the environmental
impact of EVs with the goal of reducing the pressure on ecosystems and natural resources [4].
Life Cycle Assessment (LCA) is the current state-of-the-art for quantifying the environmental
life cycle impact and is thought to be valuable for assessing the potential impact of moving towards
an electrified transportation infrastructure [5]. LCA is defined as the “compilation and evaluation
of the inputs, outputs and the potential environmental impacts of a product system throughout its
life cycle” [6]. LCA studies of EVs have focused on impact categories such as climate change and
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energy demand. This is due to the fact that variation in the electricity grid mix has a large influence on
the overall result, and thus decarbonization of the grid mix will lead to further improvements in the
environmental impact of the EV [7]. Along the same line, improvements in driving range and efficiency
of the battery will also lead to a lower environmental impact. Therefore, many efforts have focused
on the environmental analysis of the use phase of the EV. However, components such as batteries,
that generally use scarce and precious materials, also present environmental concerns that need to be
addressed, such as resource depletion. An LCA approach is necessary to give a more complete picture
of the environmental burdens caused by EVs, from raw material extraction through to final disposal.
In order to normalize the results from one LCA study to the next, most studies have assumed
a total lifetime driving distance above 100,000 km [8,9], a consumption of between 0.12 [10] and
0.2 kWh/km [11,12], and a battery lifespan that is equivalent to that of the EV. Other studies have
conducted scenario analysis on the driving distance, the consumption, and the battery lifespan
(including one or more battery replacements [13]). In terms of End-of-Life (EoL) of the EV battery,
degradation to 80% of the initial battery capacity is considered the appropriate lifespan for mobility
purposes, after which the battery should be replaced [14]. However, this 80% limit has been debated in
relation to the real needs of the EV owner [15], as trips are often well below 100 km [16] and may still
be supported with a battery below the suggested 80% State of Health (SoH). Once the battery reaches
its EoL, there is an opportunity to reuse the battery in stationary applications [17], referred to as the
second life of the battery [18].
There are three main strategies to consider regarding second life batteries, each having positive
and negative aspects. The first suggests that the best option from an economical perspective is to use
the batteries exactly as they are when extracted from the vehicle, without any further manipulation.
The battery pack is installed as one unit in a portable container [19,20], or a tertiary building knowing
that the battery might not be the most suitable for the stationary application. The second strategy is
based on the concept that the battery re-use should concentrate on modules, which are relatively easy
to dismantle from the battery pack and will allow for the battery to be sized according to the second life
application. In this case, the repurposed battery can use modules from different car manufacturers [21].
Finally, the third strategy suggests that the dismantling of the EV battery should be at cell level in order
to select the cells that have similar degradation. This selection allows perfectly homogeneous batteries
to be built [22]. However, besides the choice of the strategy and stationary application to use, there are
still other issues to consider before a positive revenue is generated from the defined business case,
such as battery ownership and battery collection, among others [23,24].
Battery performance is another aspect being considered for increased deployment of EVs. Not
all Li-ion batteries are equal, differing in the chemical composition of the anode, cathode and doping
elements to provide various performance characteristics, such as higher energy density, higher power
density, longer lifespan or improved safety. Currently, nickel manganese cobalt oxide (NMC) batteries
are preferred by the automotive sector [25] due to their relatively high energy density, acceptable
lifespan and safety level. Another chemical composition used by Chinese car manufacturers is Iron
phosphate (LFP) that has a lower cost and good lifespan but provides lower energy and power densities
compared to NMC. Finally, nickel cobalt aluminum oxide batteries (NCA) provide higher energy
and power densities than NMC, but have lower lifespans and safety inconveniences [26]. Due to the
different options available for Li-ion batteries, research has been done to analyze the environmental
impact of battery manufacturing. Studies have indicated that the preferred NMC batteries perform
worse than the other types from an environmental perspective [13,27].
Despite the quite good technical performance of Li-ion batteries that allowed the return of EVs,
the cost of the batteries is still too expensive for a massive deployment [28]. Moreover, car manufacturers
aim to reach specific energies of approximately 550 Wh/kg to increase the battery capacity and reduce
the overall weight of EVs, and in turn eliminate range anxiety concerns of EV owners. Since Li-ion
batteries are thought to have achieved their practical specific energy limit [29], which ranges between
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100 and 250 Wh/kg, new alternatives for battery chemistry are being considered that have higher
practical specific energy limits, such as Li-Sulfur (Li-S) [30], lithium air, and all-solid-state batteries [31].
From the aforementioned alternatives to Li-ion, the research presented in this study focuses on
Li-S technology as part of the work conducted under the framework of the HELIS H2020 project [32]
that aims to develop Li-S batteries for automotive purposes. This paper first presents the analysis
of the Li-S battery ageing tests that were conducted on in-house manufactured Li-S cells (achieving
around 300–500 cycles at 80% SoH). From these results, the second life options and possibilities are
discussed together with the results for an environmental Life Cycle Assessment (LCA) study. The LCA
is conducted on a 50 kWh Li-S battery and uses the results from the ageing tests to define the lifespan
of the battery. The work presented here is focused on the analysis of the evolution of the capacity
related to the SoH and the efficiency of the cells. The study of the internal mechanisms that lead to
degradation, material activation and self-discharge will not be addressed in this paper, but will be
included in future work.
2. Materials and Methods
This section is divided into two subsections. The description of the cell ageing tests and how the
results will be treated is presented in the first section. The second section presents the environmental
LCA methodology.
2.1. Ageing Tests
The ageing tests of the Li-S technology were performed by exposing in-house manufactured coin
cells to endurance tests under laboratory conditions in a thermal chamber. Note that these coin cells
were part of the second generation of cells resulting from the HELIS project. The cell composition was
based on a sulfur-carbon composite cathode and Li-metal anode. The cathode was fabricated using
a conventional doctor blade approach, consisting of 80% sulfur-carbon composite, 10% conductive
carbon and 10% Polyvinylidene fluoride (PVDF) binder. Electrodes were punched in a disc and
dried at 80 ◦C prior to the manual coin cell assembly. The cells contained 2 mgS/cm2/side with a
theoretical capacity of 1675 mAh/gS yielding the final capacity in the range of 1 mAh, although some
variability was observed due to the manual manufacturing process. An optimized amount of 1M
lithium bistrifluoromethanesulfonimidate (LiTFSI) in 1:1 dimethyl glycol (DME) and dioxolane (DOL)
electrolyte [33] was used, resulting in a ratio of about 35 µL/mgS. It is noted here that this ratio was
used in the coin cells for project purposes to ensure cell performance, but was reduced when scaling to
larger cell sizes.
The testing platform included a Bio-Logic BCS series potentiostat with 24 channels for multiple
simultaneous testing, an Angelantoni FM600BT climatic chamber for low temperature testing and a
DRY-line VWR oven to regulate high temperatures (Figure 1). At the end of the tests, EC-lab software
was used to extract all data for further analysis.
Energies 2019, 12, x FOR PEER REVIEW 3 of 20 
 
considered that have higher practical specific energy limits, such as Li-Sulfur (Li-S) [30], lithium air, 
and all-solid-state batteries [31].  
From the aforementioned alternatives to Li-ion, the research presented in this study focuses on 
Li-S technology as part of the work conducted under the framework of the HELIS H2020 project [32] 
that aims to develop Li-S batteries for automotive purposes. This paper first presents the analysis of 
the Li-S battery ageing tests that were conducted on in-house manufactured Li-S cells (achieving 
around 300–500 cycles at 80% SoH). From these results, the second life options and possibilities are 
discussed together with the results for an environmental Life Cycle Assessment (LCA) study. The 
LCA is conducted on a 50 kWh Li-S battery and uses the results from the ageing tests to define the 
lifespan of the battery. The work presented here is focused on the analysis of the evolution of the 
capacity related to the SoH and the efficiency of the cells. The study of the internal mechanisms that 
lead to degradation, material activation and self-discharge will not be addressed in this paper, but 
will be included in future work.  
2. Materials and Methods  
This section is divided into two subsections. The description of the cell ageing tests and how the 
results will be treated is presented in the first section. The second section presents the environmental 
LCA methodology. 
2.1. Ageing Tests 
The ageing tests of the Li-S technology were performed by exposing in-house manufactured coin 
cells to endurance tests under laboratory conditions in a thermal chamber. Note that these coin cells 
were part of the second generation of cells resulting from the HELIS project. The cell composition 
was based on a sulfur-carbon composite cathode and Li-metal anode. The cathode was fabricated 
using a conventional doctor blade approach, consisting of 80% sulfur-carbon composite, 10% 
conductive carbon and 10% Polyvinylidene fluoride (PVDF) binder. Electrodes were punched in a 
disc and dried at 80 °C prior to the manual coin cell assembly. The cells contained 2 mgS/cm2/side 
with a theoretical capacity of 1675 mAh/gS yielding the final capacity in the range of 1 mAh, although 
some variability was observed due to the manual manufacturing process. An optimized amount of 
1M lithium bistrifluoromethanesulfonimidate (LiTFSI) in 1:1 dimethyl glycol (DME) and dioxolane 
(DOL) electrolyte [33] was used, resulting in a ratio of about 35 µL/mgS. It is noted here that this ratio 
was used in the coin cells for project purposes to ensure cell performance, but was reduced when 
scaling to larger cell sizes. 
 
Figure 1. Image of the testing equipment. Figure 1. Image of the testing equipment.
Energies 2019, 12, 2440 4 of 19
A total of six cells were tested combining different temperatures (−10 ◦C, room temperature and
45 ◦C) and current (C-rate) conditions (from C/5 to 2C) to determine which (if any) of these factors
can be considered the principal ageing factors that accelerate the ageing phenomena that occurs in all
types of batteries:
• Room Temperature (RT), C-rate: 2C (J26)
• Room Temperature (RT), C-rate: C/10 (provided by SAFT Battery Manufacturer)
• Temperature −10 ◦C, C-rate: C/2 (J4)
• Temperature −10 ◦C, C-rate: C/5 (J1)
• Temperature 45 ◦C, C-rate: 2C (J33)
• Temperature 45 ◦C, C-rate: C/5 (J32)
Note that there was only one cell per test due to the channel limitations of the equipment and the
duration of the experiments. Although one cell might not be enough to ensure the absolute validity
of results, it was preferred to test different scenarios rather than just a few but with a redundancy in
the number of cells following the same profiles. It should also be noted that the second cell, cycled at
room temperature (RT) and following a 10 h charge/discharge cycle profile, had the particularity to
be the only cell manufactured by SAFT, the battery manufacturer in the HELIS project. All the other
cells (J1, J4, J26, J32 and J33) were built in the Catalonia Institute for Energy Research (IREC) facilities
following manual processes. Furthermore, at –10 ◦C, the operative capacity of the cells submitted to
relatively high rates was residual (less than 10% of the capacity identified at room temperature), being
impossible to retrieve reliable information from these tests, which is the reason that the maximum
cycling rate at –10 ◦C was done at C/2 instead of 2C.
All the endurance tests at low C-rates followed non-stop symmetric constant current capacity
cycles. That is, charges and discharges, which have the same C-rate (no matter if it is a charge or
discharge process) occurred consecutively without any pause between cycles and without having a
constant voltage period to achieve a full charge. All charges stopped at a maximum voltage of 2.6 V
while discharges stopped when the minimum of 1.9 V was reached. Moreover, the capacity fade
presented in the results section are directly extracted from these continuous cycling and not from
specific “control cycles.” Note that the continuous constant current cycling allows the batteries to
age relatively quickly compared to using constant current-constant voltage strategies, but it goes in
detriment of reliability, as the resulting data might present higher dispersion.
On the other hand, due to the particularities of the charge/discharge voltage profile of Li-S,
the effective or functional capacity of a cell might dramatically change depending on the C-rate but
independently of the ageing of the cell. Consequently, the instant performance of Li-S should be clearly
differentiated. Figure 2 (left) shows that the behavior of the discharge of Li-S batteries clearly has three
phases, an initial small voltage drop (an abrupt step just after the beginning of a charge or discharge)
of about 0.2 V (from 2.6 to 2.4 V), followed by a continuous voltage decrease and, finally, a plateau that
has a slight voltage recovery prior to the final descent of voltage until reaching the minimum limit of
1.9 V. This is the common behavior of a Li-S battery as the kinetics of the polysulfides inside the cell are
related to voltage [34]. However, when exposed to higher currents (Figure 2 right), the initial voltage
drop caused by the internal resistance is much higher (around 0.4 V) forcing the minimum voltage of
1.9 V to be reached during the continuous voltage decrease of the second phase and before entering in
the last plateau [35]. In consequence, the functional capacity of the cell is divided by almost 2, and
thus should be considered during the ageing analysis.
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Additionally, as five of the cells were manufactured in-house following a n n-industrialized
process, their capacity is substantially lower than the cell built by SAFT (Table 1) and they also have
quite a large dispersion between themselves. It is worth to remark that all cells were manufactured using
the same active materials and electrolyte and contain the same sulfur loading, the differences observed
here are due to the manufacturing process (manual and industrial) and the inherent imperfections
linked to the manual processing of the components.
Table 1. Initial capacity of cells.







Due to the low capacity and lar e ispersion, the b ttery degrad tion was evaluated by analyzing
the evolution of SoH through the endurance cycling tests. In this study, the SoH is calculated as the
ratio between the capacity at the current cycle discharge divided by the capacity f the first discharge
done by the cell (Equation (1)).
SoH = Capi/Cap, (1)
where Capi is the initial Capacity and Cap is the capacity at the current cycle.
Using this process, the degradation of the battery c be ea ily compared between the different
endurance tests to be able to extract the functional effects of temperature and current intensity to
the available capacity. Note that for cells having lower capacity, the small dispersion caused by
the measurement equipment is amplified when relating it to SoH. To ease the interpretations of the
evolution of SoH results and the trends derived from them, one data point from every 100 cycles is
presented in the graphics in the results section (to have fewer overlapping data points in the same
graph). Note that the prese tation of results s SoH versus cycle inst ad of SoH versus capacity
throughput (Ah) is also clearer due to the relatively important data dispersion of the initial capacity of
the in-house manufactured cells. In addition, the study also analyzes the degradation of the battery
in terms of efficiency, which is related to the internal resistance increase of the cells [36]. To do so,
the study considers the ratio between the total capacity (Ah) charged to the cell divided by the capacity
discharged from the cell for each cycle (Equation (2)).
Eff = Ah Charge/Ah Discharge. (2)
To understand the exact evolution of the resistance, pulse tests [37,38], or even more precise
methods, such as Electrochemical Impedance Spectroscopy (EIS) [39–41], could have been used.
However, as the main scope of the study was to evaluate the functional characteristics of the cells
and their relation to the End-of-Life, Second Life applications and LCA, it was decided that the SoH
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and efficiency were enough for this analysis and thus these results were not included in this study.
The analysis of the internal mechanisms that explains the exact behavior of cells at every instant will
be performed in future work.
2.2. LCA Methodology
LCA is divided into four stages including, Goal and Scope definition, Life Cycle Inventory (LCI),
Life Cycle Impact Assessment (LCIA) and Interpretation. The Goal and Scope definition states the
overall goal of the study and defines the system boundary, functional unit, and all other methodological
choices required to meet the goal. The functional unit describes the function of the product system
being assessed and is the unit for which the data is collected. Often the functional unit is scaled to
a more appropriate unit for quantifying the outputs of processes within the system boundary that
fulfill the function, referred to as the reference flow [6]. The LCI is the data collection step, and the
LCIA categorizes the LCI data into impact categories defined in the scope, applies the associated
characterization model and quantifies the overall environmental impact for each category assessed.
The interpretation stage checks that the LCI and LCIA have met the requirements defined in the goal
and scope.
For this study, an environmental attributional LCA was conducted for the production, use and
disposal of a 50 kWh Li-S battery in accordance to ISO 14044 [6]. The Li-S battery is based on the
composition of the Li-S coin cells manufactured in-house and considers the ageing tests as described in
Section 2.1. The goal of the study was to quantify the environmental impact of a Li-S battery for use in
an electric vehicle from cradle-to-grave, which includes raw material extraction, materials production,
battery manufacturing, use and final End-of-Life disposal (Figure 3). It should be noted that the system
boundary of the study does not include transportation, the production of the Battery Management
System (BMS), or the production of the electric vehicle.
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Figure 3. System boundary for the Life Cycle Assessment (LCA) of the 50 kWh Li-Sulfur (Li-S) Battery.
The functional unit of the LCA is defined as 1 km of driving based on an average of 0.17 kWh/km
for EVs [42] and an 85% efficiency [43] that takes into account both the charge/discharge efficiency
confirmed in the results section as well as the efficiency of the charger. The reference flow that is
commonly applied in LCA studies of EVs is 150,000 km, particularly for comparisons between EVs
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with Li-ion batteries to ICEVs [44]. Historically, LCA studies conducted on Li-S batteries assumed
that the Li-S chemistry would be able to achieve the 150,000 km, however, the degradation curves
from laboratory performance tests on Li-S batteries were not included in this assumption. Therefore,
another goal of the study was to use the ageing data to determine the total kilometers reached during
the lifespan of the battery.
In order to include the actual performance of the Li-S battery in the LCA, an alternative reference
flow was thus defined as total km for one Li-S battery. The total km was quantified using ageing test
data from laboratory tests on Li-S coin cells to calculate the SoH of the battery per cycle. It should be
noted that calendar ageing tests were also conducted on the coin cells, however, these results were
not considered in the ageing tests for this study as further investigation is required to determine the
relationship, if any, between cycle and calendar ageing for Li-S cells. The end-of-life of the battery was
defined as 60% SoH for several reasons further discussed in the results section regarding the ageing
test performance.
The LCA was modeled using GaBi Professional software, a tool designed for LCA studies assessing
a variety of impact categories. Both GaBi 8 Professional and EcoInvent 3.5 datasets were used in the
study. The electricity mix shown in Figure 4. was used for this study and corresponds to the EU-28
grid mix.
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Figure 4. Electricity grid mix used in the LCA (EU-28 mix). Source: Adapted from GaBi
Professional Database.
A key limitation of this study includes the scaling up from the composition of a coin cell to a
battery. However, including laboratory data from Li-S ageing tests in an LCA case study of Li-S
batteries is a step forward for the environmental ssessment of this technology.
2.2.1. Li-S Battery Manuf cturing Inv ntory D ta
The mass of the active material (el ctrolyte, ano e and cathode) in the Li-S c in cells was scaled
to the mass of active material required for a 50 kWh Li-S battery based on the gravimetric energy
density (GED) and the ratio of total mass to active mass. The GED and active mass were calculated as
given in Equations (3) and (4), respectively. As indicated previously, the electrolyte ratio used in the
coin cells is 35 µL/mgS for project purposes to ensure proper cell performance. However, since this
amount of electrolyte is not optimal and it is assumed that larger cells can reach at least 6 µL/mgS, if
not lower, 11.5 µL of electrolyte was estimated as the amount per coin cell for the LCA. It is worth to
remark that the electrolyte ratio assumed is closer to the actual for EV-size batteries and provides a
more realistic approach for LCA studies. This is further confirmed in [45], where a ratio of 10 µL/mgS
is recommended when scaling up from coin cells. Similarly, the quantity of lithium anode in the coin
cell is in excess, therefore, the diameter of the Lithium ribbon was assumed to be the same diameter as
the cathode. For the active material in the cathode, a 1:1 ratio of carbon to sulfur was used. Table 2
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gives the specifications of the coin cells used in scaling up to the 50 kWh battery. The mass of each

















where CCC is the capacity (mAh) of the coin cell, VCC is the voltage of the coin cell, MAM is the mass (g)
of the active material in the coin cell, MElCC , MACC and MCCC are the masses (g) of electrolyte, anode
and cathode in the coin cell, EB is the energy (kWh) of the battery, and GED is the gravitational energy
density (Wh/kg). MXB (kg) and MXCC (g) are the masses in kilograms and grams for X (electrolyte,
anode or cathode) in the battery (B) and coin cell (CC), respectively.
Table 2. Inventory data to calculate Scaling Factor.
Specification Quantity Unit
Anode (MACC ) 0.0064 g
Cathode (MCCC ) 0.0078 g
Electrolyte (MElCC ) 0.015 g
Mass active material (MAM) 0.026 g
Mass coin cell (TMCC) 3.59 g
Capacity (CCC) 3.3 mAh
Voltage (VCC) 2.3 V
Capacity Density ( CCCMAM ) 128.4 Ah/kg
Gravimetric Energy Density (GED) 295.4 Wh/kg
Energy Li-S Battery (EB) 50 kWh
The mass of the other battery components, including the cell container, separator, module and pack
packaging, and cooling system were taken from a previous LCA study conducted on Li-S batteries [43],
which used the BatPac software for sizing Li-ion batteries and adapted it to a Li-S system. Similarly,
data estimated in [43] for industry manufacturing of Li-S batteries was used for the energy consumption.
Table 3 gives the quantities used for the 50 kWh Li-S battery.
Table 3. Bill of materials for the 50 kWh Li-S battery.
Li-S Battery Composition Quantity Unit Data Source
Cathode (MCB ) 51.4 kg Equation (6)
Anode (MAB ) 42.0 kg Equation (6)
Electrolyte (MElB ) 75.9 kg Equation (6)
Separator 6.9 kg [43]
Cell container 19.6 kg [43]
Module packaging 22.6 kg [43]
Cooling system 27 kg [43]
Pack packaging 41.8 kg [43]
Assembly Energy
consumption 1 12,016 MJ [43]
1 average value was used.
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2.2.2. Li-S Battery Use and End-of-Life Inventory Data
The EU-28 grid mix was used for the use phase. Tests for the ageing of coin cells as described in
Section 2.1 were used to compute the total amount of kilometers and, thus, extract the energy used
during the use phase. To do so, the linear relationship between SoH and number of cycles from the
results of the ageing tests served to obtain Equation (7), which was then used to quantify the total use
phase energy requirement for each scenario. Three scenarios were defined, being a minimum, average
and maximum number of cycles achievable by the battery to reach 60% SoH according to the ageing
results for the various cells tested. It should be noted that these scenarios were defined from the cells












where ET is total accumulated energy (kWh), EB is the energy of the battery (kWh), m and b are the
slope and intercept of the fit linear curve for SoH versus cycle number, respectively, and n is the
cycle number.
Data for the recycling of Li-S batteries was provided by ACCUREC (project partner) who developed
a recycling process for Li-S cells that is in compliance with EU-directive 66/2006. This directive sets a
minimum recycling efficiency requirement for batteries of 50% of the mass of the battery.
2.2.3. Impact Categories Assessed
The LCA data was aggregated into impact categories and summed to give a total result.
The impact categories assessed include resource depletion, acidification, eutrophication, climate
change, photochemical ozone formation and energy demand. The characterization model and
characterization factors used are defined in Table 4.
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3. Results and Discussion
Following the same structure as in Section 2, this section first discusses the results of the ageing
endurance tests and then the LCA results.
3.1. Ageing Results
The results obtained from the data analysis are presented together in Figure 5 for all the
endurance tests to highlight the similarity of the degradation trends (SoH reduction) that all cells
follow independently of the cell.
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Figure 5. State of Health (SoH) evolution through cycling.
Although there is a large dispersion in the measurements (Figure 5), cells eem to follow a linear
degradation of about –0.00057 SoH per cycle on average. This value is close to the values obtained by
Shang et al. [46] where, after a first rapid decrease, cells continued with a constant (0.000625 SoH per
cycle) capacity decrease f r over 200 cycles. Additional relevant information can be extracted from
Figure 5, for instance, there seems to be no clear relationship between the C-rate and the acceleration
of cell degradation. This is demonstrated by the fact that the cell from SAFT (purple dots), which
cycled at C/10 (the lowest current under test) and J33 (red dots), which cycled at 2C (20 times faster)
follow almost the same trend. Similarly, temperature also does not appear to be a relevant factor that
accelerates the ageing of Li-S cells. This can be observed in the figure by comparing the cells J4 (blue
dots), SAFT (purple dots) and J33 (red dots) that cycled at –10 ◦C, room temperature (RT) and 45 ◦C
respectively, and for which similar degradation trends are obtained.
To clearly state this first impression, Table 5 presents the slope of the linear curve that best fits
each cell submitted to endurance tests and the corresponding R square value. Effectively, these three
cells (J4, J33 and SAFT) have a slope that is close to the average, reinforcing the idea that temperature
and current have no relevant effect on ageing. Notice that the most rapid degradation occurs at C/5 at
45 ◦C (J32), however, there are too few points to ensure that this trend is going to be sustained after
more cycles. In fact, it is worth mentioning that the behavior of the cell cycling at C/5 at –10◦C (J4)
initially had a similar degradation pattern but then stabilized for some cycles before again decreasing
more rapidly. This behavior might indicate that the initial aggressive slope would be softened if cycled
for a longer period. Similarly, after more than 600 cycles, cell 26 (cycling at 2C and RT) reaches the 60%
SoH and then seems to suffer a substantial drop but in fact it re-stabilizes at 40% SoH.
The differences in capacity fading observed with Li-S cell cycling have also been noted in previous
research. The trend that shows an initial linear capacity fade transitioning into a stabilization period
and then continuing with a capacity loss was indicated in [47] for cells cycled at C/10 and C/5, where
stabilization periods of 150 to 350 cycles were observed. Furthermore, an increase of the capacity
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during the initial cycles, as observed for cell J33, has been highlighted in [48] for Li-S cells cycled at
C/10 and C/5 and temperatures of 20, 30 and 40 ◦C.
Table 5. Initial capacity of cells.
Cell Identifier Endurance Test Share of Capacity Loss per Cycle R2
J1 C/5 at –10 ◦C 0.00069 90.45%
J4 C/2 at –10 ◦C 0.00049 88.36%
J26 2C at RT 1 0.00080 97.96%
J32 C/5 at 45 ◦C 0.00100 99.60%
J33 2C at 45 ◦C 0.00058 89.61%
SAFT C/10 at RT 1 0.00061 88.62%
Average 0.00057 74.29%
1 RT = Room Temperature.
Thus, it seems reasonable to state that Li-S battery ageing does not behave like the Lithium ion in
response to changes in temperature and C-rate. In fact, Lithium ion battery ageing is strongly affected by
several factors that accelerate the ageing in different ways [49,50]. These factors are Temperature, State
of Charge (SoC), C-rate and Depth of Discharge (DoD) [51]. Typically, temperature has an exponential
effect on ageing, meaning that the battery lifespan shortens as temperature increases [52,53]. The SoC
and C-rate, on the other hand, follow first and second polynomial relations being more severe when
the battery remains fully charged or suffers from higher intensive discharges [54,55]. The DoD follows
a logarithmic behavior, which reverts in almost no ageing effect during small ripples or cycles that
increases rapidly as the DoD increases, becoming relatively stable after 40% DoD [56].
In comparison to the Li-ion ageing behavior, the endurance tests presented in this section indicate
that Li-S ageing seems independent of changes in temperature and C-rate confirmed by the linear
degradation trends with similar slopes under varying test conditions. However, this statement does
not mean that the C-rate and temperature have no effect on Li-S battery performance. In fact, the tested
coin cells displayed higher stability when working at higher temperatures and low C-rates but also
presented poorer efficiency, as described later in this section. In addition, these results show that the
sudden death or ageing knee that typically occurs in Lithium ion batteries [57,58] is not appreciable in
Li-S batteries (some cells achieved 40% SoH and continued working).
There is another important aspect to look at related to battery ageing performance for traction
purposes, which is the efficiency and loss of power. These two aspects are closely related to the internal
resistance of the battery by the Ohm law, the higher the internal resistance, the higher the losses.
Lithium ion batteries generally suffer an exponential internal resistance increase as SoH decreases,
that is, the internal resistance increase is quite low at the beginning but is more and more noticeable
as the battery ages. For instance, a study regarding the battery ageing of real electric vehicles using
the internal resistance shows how at 88% SoH, the internal resistance of all the cells in the battery
was slightly higher than at the beginning, but at 82% SoH their internal resistance was already 20%
higher [59] and it may rise even higher if the SoH goes beyond this point [57], up to 200% at 60%
SoH [60].
To analyze what occurs with Li-S, the evolution of the efficiency measured for all cells during
the endurance tests versus the SoH (Equation 1) was plotted (Figure 6). Note that the dispersion is
relevant due to the constant current cycling method, the particularities of the entrance into the second
plateau, and the fact that the efficiency versus SoH is presented in the figure. However, it is difficult
to identify any correlation between the evolution of efficiency versus SoH and the temperature or
C-rate. The shuttle effect has an important impact on efficiency [61], making Li-S cells less efficient
at higher temperatures and at lower C-rates [62]. It should be noted, however, that the cell with a
lower efficiency and a quicker efficiency loss is the SAFT cell, which was manufactured following an
industrial process. This cell was cycled at a lower C-rate where the self-discharge of the battery might
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noticeably interfere [63]. Yet, the loss of efficiency through ageing is relatively low decreasing from
99% to 96% in all the cases except for the SAFT cell and cell J33. This is in accordance with the quite
stable efficiency values presented in [64], where three cells containing different separators to inhibit the
shuttle effect were tested for more than 500 cycles. It further demonstrates that the internal resistance
does not seem to increase in an exponential way as occurs with Li-ion batteries.
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Figure 6. Evolution of the efficiency of the cells in relation to SoH.
All these aforem ntioned issues ndic te that, effectively, aged Li-S batteri s p rform similarly
to new batteries but differ in initial capacity. Therefore, from a strictly ageing perspective, it seems
that there should not be much difference in using brand new Li-S cells or aged cells apart from the
bigger volume of the battery built from re-used cells and an unc rtainty of a sud en malfunction
of the cell corresponding to a shorter lifespan. However, some of the cells continued working well
below a 50% SoH and, in one case (J26), 30% SoH was reached before the test was finally stopped.
The stabilization of the capacity ade at b low 50% S H w s als observed in previous research
on Li-S pouch cells [65], however the number of cycles achieved by these cells was reported to be
significantly lower, reaching a 20% capacity fade before 50 cycles. The observed stabilization resulted
from the inhibition of polysulfide diffusion caused by similar concentrations of sulfur/polysulfide in
the electrolyte and carbon interface being reached [65].
It should be noted that most applications will fail before such a low SoH is reached, and thus, a
limit of 60% SoH at the end of the first and second life is acceptable, which is the value used for the
LCA discussed in the following section. Furthermore, the preliminary ageing results presented for the
few cells studied should be confirmed by future research.
The following recommendations should be considered when using Li-S batteries in stationary
applications for both new or re-used batteries:
• A loss of capacity occurs when cycled at high current rates (caused by the impossibility to enter
the second plateau shown in Figure 2).
• Low temperatures result in a sudden decrease in performance of Li-S batteries (at temperatures
below 0 ◦C)
• High temperatures result in a loss in efficiency (due to an increase of the shuttle effect)
• Very low C-rates or long durations without use result in a loss in efficiency (due to the shuttle effect)
3.2. Life Cycle Impact Assessment Results and Interpretation
The Life Cycle Impact Assessment results are presented and discussed in this section. For the
system boundary defined in Figure 3, the ageing test results from Section 3.1 were used to define three
scenarios for the analysis. From Figure 5, the number of cycles achieved by the battery to reach 60%
SoH can range from 552 to 912 cycles. The scenarios defined for the use phase are summarized in
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Table 6. From this table, Scenario 2 is very close to and Scenario 3 exceeds the 150,000 km defined
for most LCA studies on EVs, however, Scenario 1 does not quite meet this distance. Particularly for
Scenario 1, the options for battery replacement may be considered depending on the End-of-Life of
the EV.
Table 6. Battery cycling scenarios from ageing test results
Scenario Number of Cycles Cell Identifier Ageing Test ET (kWh) Distance (km)
S1 552 J26 2C at RT 22,660 113,290
S2 722 - Average 1 28,790 143,955
S3 912 J4 C/2 at –10 ◦C 35,350 176,750
1 average of all tests.
Figure 7 shows the impact per total kilometers achieved for each scenario defined in Table 6 and
for all impact categories assessed as described in Table 4. The figure also shows the contribution of the
production, use and disposal life cycle stages to the overall result. As can be seen, the production and
disposal stages are the same for all scenarios. This is due to the fact that only one battery was considered
for each scenario. For the use phase, however, the impact for each scenario differs depending on the
quantified energy required as calculated with Equation (7). The energy required is dependent on the
total number of cycles the battery is able to achieve before reaching its defined End-of-Life of 60%
SoH. Therefore, the life cycle environmental impact of the Li-S battery changes based on the number
of cycles (and hence the total kilometers) the battery is able to achieve. However, the amount of this
change differs depending on the impact category being assessed. For example, the contribution of the
use phase to the ADP elements (referred to as ADP from here forward) is insignificant compared to the




























































































































Figure 7. Impact per total kilometers achieved for each scenario defined in Table 6 with a breakdown
of the contribution from production, disposal and use phases of the life cycle.
For all the other impact categories assessed (AP, EP, GWP, POCP, PED), however, the use phase has
a more significant contribution to the overall result than seen for ADP. Thus, the result for these impact
categories increases with an increase in the number of cycles achieved, as defined in each scenario.
It can further be seen for these impact categories that the production phase also has a contribution to the
overall result, and thus both the production and use life cycle stages are important for quantification of
the overall environmental impact for these impact categories.
Energies 2019, 12, 2440 14 of 19
In order to see the environmental benefits of the extended lifespan of the battery due to more
cycles being achieved, it is necessary to look at the results per functional unit of 1 km (Figure 8).
In Figure 8, the trend clearly shows that as the number of cycles achievable by the battery improves
from 552 towards 912 cycles, the impact per km also improves. Table 7 further summarizes the results




















































































































Figure 8. Impact per km for each impact category assessed versus the number of cycles achieved
during the lifespan of the battery.
Table 7. Life Cycle Impact Assessment (LCIA) results per functional unit and per reference flow.
Impact
Category Unit
Total per Functional Unit 1 Total per Reference Flow 2
S1 S2 S3 S1 S2 S3
ADP kg Sb-eq. 1.9 × 10−6 1.5 × 10−6 1.2 × 10–6 0.2 0.2 0.2
AP kg SO2-eq. 6.6 × 10−4 5.7 × 10−4 5.1 × 10–4 74.5 81.8 89.5
EP kg PO4–3-eq. 2.0 × 10−4 1.6 × 10−4 1.4 × 10–4 22.8 23.4 24.2
GWP kg CO2-eq. 0.16 0.14 0.13 18,198 20,765 23,504
POCP kg C2H4-eq. 4.2 × 10–5 3.6 × 10–5 3.2 × 10–5 4.8 5.3 5.7
PED MJ 3.7 3.4 3.2 423,641 490,775 562,595
1 Functional unit is 1 km. 2 Reference flow for S1, S2 and S3 is 113,290, 143,955 and 176,750 km, respectively.
Therefore, for the use phase, improvements in the environmental impact will come from extending
the lifespan of the battery, as well as from the improvement in efficiencies and decarbonization of the
electricity grid mix, as discussed in the introduction. Furthermore, it is shown that one 50 kWh Li-S
battery, taking into consideration the effects from cycle ageing, has the potential to reach the 150,000 km
reference that is often used in comparative LCA studies for EVs and ICEVs.
Since it was further found that the production phase also contributes to the results (Figure 7),
the contribution of the battery components to the production phase was further investigated. Figure 9
shows the percent contribution of each component to the total result due to production of the battery.
The material components are defined in the bill of materials in Table 3.
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Figure 9. Percent contribution of each component to each impact category for the production of the
Li-S battery. The numbers at the top of the stacked columns indicate the total value.
From Figure 9., the module packaging contributes significantly to the ADP. The module packaging
consists of electronic components, the contribution of which was found to range from 80% to 99% of
the total impact of the module packaging production depending on the impact category (Figure 10).
A complete list of the components of the module packaging can be found in [43]. Therefore, the main
contributing component to the ADP, which was found to come from the production stage (Figure 7),
is due to the electronic components in the modular packaging (Figures 9 and 10).
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For all other impact c tegories, the contribution f the active ma erial (cathod , anode and
electrolyte) is greater than 70% to the total impact of battery production (Figure 9). This material has
been scaled from that in a coin cell with the use of Equations (3)–(6). Therefore, this data should be
updated when m re tests are conducted on Li-S batteries and more da a is available for the composition
and performance of larger batteries. This is important as the production of the battery contributes to
the overall result for all impact categories, as was seen in Figure 7. Therefore, improvements in this
data will influence the overall result for each of the environmental impact categories assessed.
4. Conclusions
This work pres nted th results for geing tests conducted on Li-S coi cells. These results were
used to discuss the second-life battery applications and were further applied in an environmental
attributional LCA case study for the use of a 50 kWh Li-S battery in an electric vehicle.
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After analyzing the results from the endurance ageing tests, it seems that Li-S batteries do not
follow the same patterns of Li-ion batteries. It was found that the temperature and C-rate seem to
produce no acceleration of ageing, and that there is no dramatic change in the ageing tendency as is seen
in Li-ion batteries when they reach the “ageing knee” or “sudden death.” For Li-S batteries, the cells
either continue to cycle or crash instantaneously, meaning they can no longer absorb or deliver energy.
Furthermore, the efficiency of Li-S batteries decreases constantly, that is, an exponential loss of efficiency
is not visible which is in contrast to the behavior of Li-ion batteries. From an ageing perspective, these
factors make Li-S batteries preferable to Li-ion batteries, as their behavior appears “more predictable”
and they seem to be unaltered due to external factors related to the application environment.
In terms of battery second life applications, this may not be foreseen for Li-S batteries. Future
batteries are expected to have larger capacities of up to the 50 kWh as described in this study, and thus
the End-of-Life of the battery in an EV (first life) could be lower than the targeted 80% SoH (60% or even
lower) and still be capable of satisfying all the driving needs up until the car is recycled. Therefore, it is
not only the inherent complexities of their normal operability that limits the second life applications,
but also both the low SoH at the beginning of the second life corresponding to a lower capacity and the
fact that the batteries will be quite old (possibly 15 years old) at the end of the first life. In this duration,
newer and more interesting batteries will likely be on the market at reasonable prices.
In terms of the LCA case study conducted for a 50 kWh Li-S battery, it was found that both
the production and use stages of the life cycle contribute to the overall environmental impact for all
impact categories assessed, except for resource depletion (ADP) where the production stage is the key
contributor. For the use phase, three scenarios for the cycle life of the battery were defined based on
the ageing test results conducted on Li-S cells. It was found here that the 50 kWh Li-S battery has the
potential to achieve the 150,000km usually defined in LCA case studies of EVs. For the production stage
of the life cycle, the active material in the battery (anode, cathode and electrolyte) contributes greater
than 70% to all impact categories assessed except for resource depletion (ADP) where the electronics in
the module packaging is the largest contributor. It is noted here that the data quality for scaling the
active material from a coin cell to that in a 50 kWh battery will be improved and should be updated
in the LCA as better data from larger batteries is available, along with the efficiencies and driving
ranges defined for the Li-S technology. However, in this study it was shown that with improvements
in the Li-S technology, the environmental impact per kilometer will improve as the number of cycles
the battery achieves during its first life improves. Furthermore, the use of laboratory data for the
ageing of Li-S cells in an LCA study is a step forward for the assessment of the environmental impact
of this technology.
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